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BEFORE'1 HE
SURFACE TRANSPORTATION BOARD

DOCKET NO. AB-290 (SUB-NO 21 OX)

NORFOLK SOUTHERN RAILWAY COMPANY
- ABANDONMENT -

IN ATLANTA, FULTON COUNTY, GEORGIA

NATIONAL RAILROAD PASSENGER CORPORATION'S
RESPONSE TO BOARD DIRECTIVE TO SUBMIT

SUPPLEMENTAL INFORMATION PERTAINING TO STAY

The National Railroad Passenger Corporation ("Amtrak") hereby responds to the Board's

Decision served January 21,2009 (the ''January 21 Decision'*), directing Amtrak to submit

certain supplemental information pertaining to the stay sought by Amtrak in this proceeding For

the reasons set forth below, Amtrak requests that the currently imposed stay be continued until

the condemnation proceeding associated with the "Notice of Intent '1 o File Application under 49

U S C § 2431 l(c) To Condemn Certain Rail Carrier Property and Request for Establishment of

Procedural Schedule" (STB Finance Docket No 35215) ("Amtrak Condemnation Notice"), filed

by Amtrak on January 21,2009, has been concluded.

A. THIS PROCEEDING SHOULD BE STAYED PENDING THE
CONCLUSION OF THE AMTRAK CONDEMNATION PROCEEDING

In the Amtrak Condemnation Notice, Amtrak advised the Board of its intention to file an

application under 49 U S C § 2431 l(c) to acquire the rail passenger service casement owned by

Norfolk Southern Railway Company ("NS") over a 4 30-mile railroad line between mileposts DF
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633 10 and DF 637.40, in Atlanta, Fulton County, Georgia (the "Line") As the Board knows,

the Line - and more particularly, the casement for rail service over the Line that NS retained in

2004 when it sold the underlying real estate to a developer (who resold it to the Atlanta

Redevelopment Authority in 2007) - is also the subject of the instant abandonment proceeding

A stay of the effective date of the abandonment exemption authority requested by NS is

critically important to the relief Amirak will be pursuing in us condemnation application

Amtrak seeks to condemn NS's casement for rail passenger service over the Line because the

routing provided by the Line is critical both for allowing Amirak's existing service to access the

Georgia Department of Transportation's planned Multi-Modal Passenger Terminal (the "Multi-

Modal facility") in downtown Atlanta and to the development of high speed rail passenger

service in the Atlanta area '

Under 49 U S C § 2431 l(c), the Board has clearly stated jurisdiction to afford Amtrak

the relief it seeks, but that jurisdiction turns upon the easement m question constituting the

"'property of a rail carrier " So long as the abandonment exemption does not become effective,

the casement - held as it is by NS - is unquestionably subject to condemnation under the

statutory authority afforded the Board If, however, the abandonment exemption were to become

effective, NS would have the argument that the easement had ceased to exist, and that because it

no longer constituted the "property of a rail carrier," the Board's jurisdiction under 49 U S C

§ 2431 l(c) had ceased to apply The Board should ensure that its jurisdiction is maintained to

hear Amtrak's condemnation application, and a stay of the abandonment proceeding is the

appropriate means of doing so

1 The Georgia Department of Transportation ("GDOT") filed the initial application for a
stay of the abandonment in which Amtrak joined
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The Board has faced the same situation once before: In National Railroad Passenger

Corp - Conveyance of Conrail Line in Wavne County. MI. Finance Docket No 30898, Decision

(served Oct 6,1986) ("Wall Track I") (see Attachment I), the Board instituted a condemnation

proceeding in which Amtrak sought to acquire a 0 98-mile line in the Detroit area owned by

Conrail and known as the ''Wall Track " Amtrak needed access to the Wall Track to serve a

proposed joint intercity and commuter station facility to be located in downtown Detroit At the

time the condemnation proceeding was instituted, there was an ongoing abandonment proceeding

related to the Wall Track To preserve itsjunsdiction, the Board ''held [the abandonment

proceeding] in abeyance pending the outcome of [the condemnation] proceeding *' Id at 1, n 1

In a subsequent decision, the Board observed that

[I]f the [Board] were to allow the pending abandonment proceeding to be
completed prior to the section 402(d) [now, 49 U S C § 24311 (c) | proceeding,
[the post-abandonment buyer] might not go through with the purchase and the line
could cease to be a line of railroad subject to our jurisdiction If that were the
case, Amtrak's statutory right to acquire the line could be defeated
Moreover, by allowing the abandonment proceeding to continue, [the post-
abandonment buyer] would be able to acquire the subject line and Amtrak would
be forced to deal with a developer, as opposed to a railroad company (one here
seeking to abandon service as contemplated by [the Rail Passenger Service Act],
which could well make the consummation of Amtrak's intent in acquiring the line
and providing the proposed service unnecessarily difficult and more expensive
Therefore, the [Board] properly concluded that holding the abandonment
proceeding in abeyance here will fully protect Amtrak's interest in this matter and
is consistent with the Congressional mandate that Amtrak be allowed to acquire
rail lines necessary for the provision of intercity rail passenger service.

National Railroad Passenger Corp - Conveyance of Conrail Line in Wavne County. MI. Finance

Docket No. 30898, Decision at 4-5 (served Dec 2, 1986) ("Wall Track in (sec Attachment 2)

References to the Board include its predecessor, the Interstate Commerce Commission
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Just as the Board held the Wall Track abandonment proceeding m abeyance while the

related Amtrak condemnation proceeding was heard, it should do the same here The stay of this

abandonment proceeding should remain in place, thereby preserving the rail passenger service

easement associated with the Line as the "property of a rail carrier," while the Amtrak

condemnation proceeding related to that easement moves forward

B. AMTRAK'S RESPONSES TO THE BOARD'S SUPPLEMENTAL
INFORMATION DIRECTIVE FULLY SUPPORT CONTINUATION OF
THE STAY

In its January 21 Decision, the Board directed Amtrak to provide supplemental

information with regard to six subjects that bear upon the stay of this proceeding which Amtrak

(and GDOT) has requested In the discussion below, we address each of those subjects in order,

and show how each supports continuation of the stay now in effect

1. How the stay sought by Amtrak complies with the standards for
issuance of a stay in Washington Metro. Area Transit Comm'n v.
Holiday Tours. Inc.. 559 F.2d 841,843 (D.C. Cir. 1977)

Holiday Tours establishes a well-known, four-part standard for issuance of a stay "(1)

Has the petitioner made a strong showing that it is likely to prevail on the mcnts[,] (2) Has

the petitioner shown that without such relief, it wilt be irreparably injured[,J (3) Would the

issuance of a stay substantially harm other parties interested m the proceedings^] (4) Where

lies the public interest" 559 F.2d at 843. The stay continuation sought by Amtrak squarely

satisfies each of these critcna

Amtrak's Likelihood of Success on Merits As outlined in the Amtrak Condemnation

Notice, Amtrak has a compelling case for condemning NS's rail passenger service easement on

the Line
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Pursuant to 49 U S C. § 24311 (c)( 1), where "Amtrak and a rail carrier cannot agree on a

sale to Amtrak of an interest in property of a rail carrier necessary for intercity rail passenger

transportation," Amtrak may apply to the Board "for an order establishing the need of Amtrak

for the interest and requiring the earner to convey the interest on reasonable terms, including just

compensation "-1 The statute further provides thai

The need of Amtrak is deemed to be established, and the [Board], after holding an
expedited proceeding and not later than 120 days after receiving the application,
shall order the interest conveyed unless the [Board] decides that -

(A) conveyance would impair significantly the ability of the earner to
carry out its obligations as a common carrier, and

(B) the obligations of Amtrak to provide modern, efficient, and
economical rail passenger transportation can be met adequately by
acquiring an interest in other property, either by sale or by exercising its
right of eminent domain under subsection (a) of this section

Id4

The statute creates a presumption that, in filing its condemnation application, Amtrak has

demonstrated its need for the rail property to be condemned To overcome that presumption, an

opponent of the condemnation must rebut it by making both of the required showings specified

in the statute Sec National Railroad Passenger Corp. v Boston & Maine Corp. 503 U S 407,

NS has advised Amtrak that it is not in a position to sell Amtrak the easement which is
the subject of this proceeding Indeed, NS concedes that "[sjuch discussions would not be
productive in any event in view of provisions in the agreements submitted with [NS]'s January 7,
2008 reply to stay concerning the [NS] cooperation with the purchasers, now succeeded by the
Authority * NS Reply to Amtrak Petition To Intervene, at 4 n 1

4 The statute does not require the compensation issue to be decided in the referenced 120-
day period Specifically, it provides that ''|i|f the amount of compensation is not determined by
the date of the Commission's order, the order shall require, as part of the compensation, interest
at 6 percent a year from the date prescribed for the conveyance until the compensation is paid "
4 9 U S C §24311(c)(2)
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414-24 (1992) (the opponent "would have to prevail on both the significant impairment and

alternative property issues to rebut Amtrak" s presumption of need" (id at 424)) *

Here, neither of the rebuttal showings can be satisfied As to the first, conveyance of the

passenger rail service easement to Amtrak would not in any respect impair the ability of NS ''to

carry out its obligations as a common earner " NS concedes as much m seeking to abandon the

Line As explained by NS, the Line "has been out of service since the year 2000," (NS Verified

Notice of Exemption, at 14), 4'[n]o traffic has moved over the Line for at least nine years now,"

and "[n]o known prospective shippers arc located on the Line" (NS Reply to Amtrak Petition To

Intervene, at 8) In sum, NS is not currently providing any common carrier service over the

Line, and has not done so tor many years Moreover, even if NS had an interest in reinitiating

such service over Line (which clearly it does not), the rail passenger service easement sought by

Amtrak would not interfere with such reinitiation

As to the second showing, there is no other property interest Amtrak could acquire, cither

through sale or exercise of its eminent domain right under 49 U S C. § 24311 (a),ft that would

adequately meet its passenger service obligations comparable to the way they would be met

through acquisition of a rail passenger service easement over the Line The Line is a critical link

in the rail route that would be used by Amtrak's New York-Atlanta-Ncw Orleans Crescent and

5 The current language of the statute was adopted by Congress in a 1994 recodification of
Title 49 of the United States Code, a recodification that was ''enactfed] without substantive
change" Revision of Title 49, United States Code Annotated,'Transportation", Pub L No
103-272, 108 Stat 745(1994)

b 49 U S C § 24311 (a) provides Amtrak with authority to condemn through court action
interests m property "necessary for intercity rail passenger transportation, except property of a
rail carrier, a State, a political subdivision of a State, or a governmental authority "
Condemnation of the property of a rail carrier must proceed, as here, before the Board
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future high speed rail passenger trains to access the proposed Multi-Modal facility in Atlanta

This is made plain in the August 2008 study prepared on behalf of GDOT by the Volpe National

Transportation Systems Center, entitled ''Evaluation of High-Speed Rail Options in the Macon-

Atlanla-Greenville-Charlotte Rail Corridor" (the ''Volpe Study")7 The study was publicly

released by transportation officials from Georgia, South Carolina and North Carolina on January

8,2009 (see Attachment 4).

The Volpe Study analy/ed 11 stations in Georgia, South Carolina and North Carolina

located on the Southeast High Speed Rail Corridor (designated by the United States Department

of Transportation ("USDOT")) that would be served by high speed rail Id at 2-3,2-5 With a

focus on 6 different scenarios, the Study projects that all high speed rail trains would use the

Multi-Modal facility in Atlanta, "which is planned to host commuter rail and bus, intercity bus,

and Amtrak trains " Id at 2-3 The preferred route for accessing the Multi-Modal facility

involves movement over former NS right-of-way on the East side of Atlanta, including the Line

This routing is preferred because

It is a continuous movement through the MMPT. without am mancuvenngs that
could cause delays or potentially present safety problems The corridor can be
exclusively dedicated to passenger traffic Although it will require new track,
the ROW will allow two tracks and existing structures, though aged[,| exist to
cross almost all streets. Only one potential grade crossing will be required

Id at 4-12 By contrast, the alternative routing via the so-called Trunk I.me Route - a combined

NS/CSX trunk line on the west side of Atlanta - is not a practical alternative This routing is

heavily used by freight traffic, and would require passenger trains to perform complex backup

7 Relevant pages of the Volpe Study are appended as Attachment 3 The entire study can
be found at http //www.sehsr org/rcports/hsr/cval_hsr_options,pdf.
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movements on main line tracks in order to exit the Multi-Modal facility (the routing does not

permit through movement through the terminal)8 Id at 4-16

Securing NS's existing casement for passenger rail operations is therefore an essential

prerequisite to the operation of Amtrak's existing service to the planned Multi-Modal facility and

to the Charlotie-Atlanta-Macon high speed rail service being planned Tor the Southeast High

Speed Rail Corridor by Georgia and other states along that corridor Amtrak does not have

available to it any alternative property interest acquisitions that would adequately meet its needs

In sum, the statutory presumption endorsing the condemnation being pursued by Amtrak

cannot be overcome Neither of the two rebuttal showings required to defeat the presumption

can be satisfied, and there is no question but that Amtrak is entitled to acquire the rail passenger

service easement under the authority of 49 U S.C. § 24311 (c) Accordingly, Amtrak has

demonstrated sufficient likelihood of success on the merits to justify continuation of the Board's

stay of this proceeding

Threatened Irreparable Injury to Amtrak As explained above, if the Board's stay is not

continued and as a consequence, the passenger rail service casement Amtrak seeks to acquire

ceases to be "properly of a rail carrier" subject to condemnation under 49 U S C § 2431 l(c),

Amtrak will suffer irreparable harm The only way Amirak can assure access to the Line is

through the Board condemnation procedures it has initiated 9 NS has advised Amtrak that it is

x The Trunk Line Route, with NS and CSX lines converging into a CSX line on the west
side of Atlanta which handles more than 100 million gross tons of traffic annually, is depicted on
the map appended as Attachment 5

11 As noted above, 49 U S C § 2431 l(a) provides Amtrak with authority to condemn
through court action interests in property "necessary for intercity rail passenger transportation,
except property of a rail carrier, a State, a political subdivision of a State, or a governmental
authority " If the abandonment were permitted to become effective and Amtrak were then to
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not in a position to agree to provide Amtrak with such access '" And the Authority has made it

clear that its plans for the Line do not include making it available for passenger rail service ''

Lifting of the current stay would be tantamount to a permanent denial of Amtrak access

to the Line Amtrak would thus lose its only feasible routing to the proposed Atlanta Multi-

Modal facility, with the result that its ability to provide efficient passenger rail service in the

Atlanta market would be fundamentally impaired, and the development of future high speed rail

service through Atlanta along the federally-designated Southeast High Speed Rail Corridor

would be precluded This irreparable injury would be avoided by continuance of the current

stay

Lack of Substantial Harm to Other Parties Continuation of the stay would not threaten

cither NS or the Authority with substantial harm As to NS, the Line has been out of service

since 2000, so NS has not been incurring any operating expenses related to the Line for more

than 9 years Further, NS sold its fee interest in the line (subject to a retained passenger and

freight service easement) tn 2004, so it fully realized the market value of the line more than 4

seek to invoke this condemnation authority to acquire a rail passenger service easement on the
line from the Atlanta Development Authority (the "Authority"), it would doubtlessly be faced
with the argument that there is no jurisdiction to condemn Authority property

111 See note 3 above

1' As explained by the Authority,

[T]he City's adopted land use and transportation plans incorporate the BeltLine's
light-rail concept into the master plans and related local planning frameworks
proposed for the areas adjacent to the Subject Line The introduction of heavy
rail operations into these areas would be inconsistent with, and detrimental to, the
planning and development goals of the City

Reply of The Atlanta Development Authority and Atlanta Bcltlme, Inc to Amtrak's Petition To
Intervene, at 4
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years ago See NS Reply to GDOT's Petition for Stay, at 4 & Ex A Moreover, NS has been

content to permit the passenger and freight service easement on the Line remain in place since

the 2004 sale, and only took steps to abandon this easement with the December 3,2008 filing of

its abandonment exemption petition NS claims vaguely that it "could incur opportunity and

holding costs and liabilities in connection with the easement and the track and materials on the

line, which will be subject to further deterioration, without earning revenue from it" Id at 10

But these "costs and liabilities" are never explained, and if they exist at all, they are clearly dc

nummis.'2

The Authonty is in no better position to allege harm to it Although the Authority

asserts that continuation of the stay would ''delay the development of a significant public use

component of the BeltLine project'* (Reply of The Atlanta Development Authonty and Atlanta

Beltlme, Inc to GDOT's Petition for Stay, at 4), it never explains what development would

actually be delaved.1 * This argument is particularly puzzling given that under its governing

12 There would not seem to be any "costs or liabilities" associated with the easement, which
is not currently being utilized. As to track and materials on the Line - in which NS has retained
an ownership interest that Amtrak does not seek to condemn - NS's filing makes it clear that the
track materials NS has left undisturbed for nearly a decade after cessation of rail operations are
already in a deteriorated state that will not be materially impacted if they arc left in place for a
few months longer (after which NS would be free to remove them absent a voluntary agreement
for the sale of any that might be useablc for future rail operations). As described by NS

Four crossings at grade on the line to be abandoned have been removed or paved
over during the period of the line's dormancy ... Sections of track have been
removed at various places along the line during its long period of inactivity, and
encroachments have occurred at several locations along the line Much of the
right-of-way is now covered by dense vegetation.

NS Verified Notice of Exemption, at 16.

13 The Authority's description of its BeltLine project implies that plans to institute light rail
service along the BeltLine are shovel ready In fact, the Multi-Modal facility, which has already
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agreement with NS, the Authority did not control the timing of the abandonment exemption

filing in the first place, rather, it was NS that selected the timing M If abandonment timing was

so important to the Authority, it makes no sense that the Authority agreed to cede this right to

NS; yet this is exactly what it did The Authority's argument for urgent resolution of the

abandonment exemption cannot be squared with the fact that NS controlled the timing of the

abandonment exemption filing

Further, the Authority has no valid basis to complain about a stay of the abandonment

exemption while Amtrak's condemnation application is addressed At the time that NS first sold

its fee interest in the Line in 2004, and at the time that the Authority acquired that fee interest

from the original purchaser m 2004, it was public knowledge that rail passenger service might be

initiated over the line The 2004 Purchase and Sale Agreement provides that "[Hollowing

closing and at the direction and sole option of Purchaser, Seller shall, at no cost to Purchaser,

undergone environmental review and is an essential element of the commuter rail service
contemplated under the "Concept 3"' plan described by the Authority, is likely to come to fruition
many years before the first light rail train rolls over the BeltLme As indicated in the BcltLme
project website (wwwbcUlineore) and the 2007 newspaper article cited in the Authority's
January 26 filing, (i) completion of the BeltLme project will take at least 25 years and require
$2 8 billion in (mostly governmental) funding, and (n) the Authonty owns only a small portion
of the 22 miles of railroad right of way ("ROW") required for the BeltLme project the
remaining ROW is owned by freight railroads (and includes active freight lines) and GDOT
(which filed the initial application to stay the abandonment of the Line)

14 The 2007 Supplemental Agreement between NS and the purchasers of the Line gives NS
the right to select the timing of an abandonment exemption "If no rail freight operations occur
in the future, Seller may, unless requested otherwise by Purchasers, utilize the procedures of 49
C F R Part 1152, Subpart F to obtain an exemption to abandon or discontinue rail service on the
Easement Corridor" NS Reply to GDOT's Petition for Stay, at 5 This Agreement reversed the
abandonment language in the original 2004 Purchase and Sale Agreement (id ), which provided
that "at the direction and sole option of Purchaser, Seller shall, at no cost to Purchaser, (b)
file and diligently pursue all appropriate petitions and other documents for approval or
exemption to abandon or discontinue service over the railroad line on the Property with the
Surface Transportation Board " Id at 28
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(a) transfer all nghts to provide passenger rail service to Purchaser or Purchaser's dcsignec."1'

Id at 28. This language was amended later in 2004 to provide

Following Closing and at the request and/or consent of Purchaser, Seller shall
negotiate the joint use of the reserved railroad easement lying south of the Clear
Creek bridge as described above with an entity qualified to operate rail passenger
service Seller shall not be entitled to any compensation for the transfer of said
passenger service rights Seller shall not negotiate the use of the reserved railroad
easement with any party without the pnor consent of Purchaser

Id. at 34 This language was then supplemented by a June 22,2007 agreement which provides in

relevant part "Purchasers acknowledge that Seller may be required by Federal law to convey all

or part of Seller's rights and interests in the Easement Comdor to a third party for continued rail

service " Id at 38.

From the time it acquired the Line, the Authority has been on clear notice that the rail

passenger service easement retained by NS might be the basis for rcmstitution of active rail

service over the Line Further, the Authority understood that NS might be required under federal

law to convey the easement rights necessary to permit continued rail operations over the Line

The fact that Amtrak is now seeking a condemnation remedy to achieve precisely what was

foreseen by the NS sale documents, and that time will be required for the Board to address the

IS This clause appears in the same provision that deals with Purchaser control over any
abandonment of the casement retained by NS The 2004 deed of sale also provides

Following Closing and at the request and/or consent of Purchaser, Seller shall
negotiate the joint use of the reserved railroad easement lying south of the Clear
Creek bridge as described above with an entity qualified to operate rail passenger
service Seller shall not be entitled to any compensation for the transfer of said
passenger service rights Seller shall not negotiate the use of the reserved railroad
easement with any party without the prior consent of Purchaser

Reply of The Atlanta Development Authority and Atlanta Beltlmc, Inc to GDO Ps Petition for
Stay, Exhibit A at 34
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remedy sought by Amtrak, should not be a basis for the Authority to claim harm to itself The

continued stay requested by Amtrak merely preserves the Board'sjunsdiction to address issues

explicitly contemplated since the 2004 sale of the Line by NS

Public Interest Considerations Support Continuation of the Stay In the Wall Track

condemnation proceeding discussed above, the Board balanced the public interest considerations

associated with allowing the Amtrak condemnation to proceed (while holding the abandonment

in abeyance) against the public interest considerations supporting an immediate abandonment,

and concluded that the former outweighed the latter Sec Wall Track II. at 4-5 (see Attachment

2). The same result should be reached here Before permitting abandonment of the Line to

become effective, the Board should first exercise the jurisdiction accorded it by Congress under

49 U S C § 24311 (c) to hear Amtrak's condemnation application Indeed, as explained above,

Congress has provided that Amtrak is entitled to the condemnation relief it is seeking unless an

opponent of such relief can make both of the required showings necessary to overcome this

presumed entitlement To decline to extend the stay would be to ignore this Congressional

mandate '"

Moreover, as the Board has pointed out in the context of adverse abandonment cases (a

context which bears many similarities to this proceeding.

lh NS has made much of the fact that the City of Detroit's planned intermodal facility for
Amtrak and commuter trains that was at issue in the Wall Track case was never constructed
Contrary to NS's speculation, it appears that the reason the Detroit facility was not constructed
was not loss of interest by Amtrak, but rather that the regional transportation authority elected
not to proceed with plans for rcinstitution of commuter rail service Sec
htto //www detroittransit ore/cms php9paticid=36
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[l]n assessing the merits of an adverse abandonment request, we took not only at
the present or Future interest in rail service, but also at the other interests that are
implicated In doing so, we are mindful of Congress' intent, as expressed in many
statutory provisions, that lines be kept within the rail system where possible
That is why the Board has stated in the past that authority for an adverse
abandonment would not be granted, even in the absence of current traffic on a
line, if there is a reasonable potential for future railroad use

Norfolk Southern Railway Co - Adverse Abandonment - St Joseph County. IN. S I'B Docket

No AB-290 (Sub-No 286), 2008 WL 391303 (STB served Fcb 14,2008) (denying

abandonment over a 3 7 mile line which had not had any rail service for over 10 years and where

public authontics argued that the right of way was needed for public purposes), accord. Seminolc

Gulf Rv. L P - Adverse Abandonment - In Lee County. FL. STB Docket No AB-400 (Sub-No

4), 2004 WL 2618630 (STB served Nov 18,2004)

Here, as Amtrak's condemnation submission confirms, there is reasonable potential for

passenger rail service over the Line Public interest considerations dictate that the Line should

not be permitted to become unregulated nonrail property through the abandonment process

where this potential exists

* * * +

As the discussion above demonstrates, each of the four Holiday Tours factors strongly

supports continuation of the stay in this proceeding while the Board addresses the condemnation

application Amtrak will be filing to acquire a passenger rail service easement over the Line

2. How this line is necessary to passenger rail and future high-speed rail
service through Atlanta, including why other alternatives are not
feasible

The Authority asserts that Amtrak has ''real practical alternatives" to acquisition from NS

of the existing casement for passenger rail operations over the Line. However, the two

alternatives the Authority identifies for existing Amtrak and future high speed rail service -

-14-
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"improved existing facilities outside of downtown Atlanta," or for passenger trains to access the

Multi-Modal facility ''from the North, and not via the subject line" - would be no alternatives at

all

Relegating existing and future high speed passenger rail service to the outskirts of

Atlanta, far from the city's downtown urban core, would preclude the development of viable

passenger rail service that could help alleviate Atlanta's highway and airport congestion while

reducing environmental impacts and energy use The impacts of such a decision would extend

well beyond the city's borders - as detailed in the Volpe Study, high speed Charlotte-Atlanla-

Macon passenger rail service on the federally-designated Southeast High Speed Rail Corridor is

not possible without a passenger rail route through downtown Atlanta

The second alternative of having Amtrak and high speed rail passenger trains access the

Multi-Modal facility "from the North'' is a euphemism for requiring all passenger trains

operating in and out of downtown Atlanta to operate via the so-called 'Trunk Line" on the west

side of the city The Trunk Line - a north-south rail corridor approximately three miles long that

extends from Howcll Junction (where il connects with NS's Washmgton-Charlotte-Atlanta-New

Orleans line used by Amtrak's Crescent) to a location just north of the planned Multi-Modal

facility - accommodates separate NS and CSX lines that share the same right-of-way

It is telling that it is the Redevelopment Authority - and not Norfolk Southern - that has

suggested using the Trunk Line as the exclusive route for existing Amtrak trains and future high

speed rail trams operating to/from the Multi-Modal facility As indicated in the historical report

appended to NS's abandonment filing, in the South nearly all railroads lead to Atlanta,17 and in

17 NS Verified Notice of Exemption, at 44-53
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Atlanta nearly all railroads lead to the Trunk Line. As shown in the appended map (Attachment

5), the major NS and CSX lines through Atlanta - including the very high density Midwest-

Southeast main lines of both NS and CSX - converge on the Trunk Line from both the North and

South before splitting off into a multitude of other lines There are lew - if any - places in the

eastern United States that can match the concentration and complexity of the freight railroad

operations over the Trunk Line. It is the railroad equivalent of the Springfield Mixing Bowl, but

without - and with no room for - the multitude of overpasses and tunnels that segregate

divergent traffic Hows at that notorious highway bottleneck

Trains operating through Atlanta over NS's Washington-New Orleans line -1 c .

Amtrak's Crescent and the planned Charlottc-Atlanta-Macon high speed rail service examined in

the Volpe Study - would have to operate over both the NS and CSX lines in the Trunk Line right

of way (since the connection at Howell Junction is to NS, while the Multi-Modal facility would

be accessed via CSX) The Crescent would have to traverse the entire segment twice on each

trip, and reverse direction by backing up on a wye that is actually a CSX mam line As described

in the Volpe Study, high speed Charlotte-Macon rail trains would also have to execute a backup

move after departing from the Multi-Modal facility

The Volpe Study indicates that there may be room to construct dedicated high speed

tracks on some - but not all - of the Trunk Line right-of-way Where that is impossible, high

speed trains would have to share trackage with NS and CSX trains operating at restricted speeds

In short, the alternatives suggested by the Authority - precluding passenger and high

speed trains from accessing downtown Atlanta, or requiring them to commingle with freight

trains on what may be the most densely trafficked freight rail corridor in the eastern United

States - are not viable options

-16-
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3. The details of any plans Amtrak has for use of this line for passenger
rail and/or future high-speed rail service, including any plans it has
for the line with regard to the Passenger Rail Investment and
Improvement Act of 2008, Pub. L. No. 110-432

Amtrak would route its existing Crescent service via the Line upon the completion of the

Multi-Modal facility and the upgrading of the Line Pursuant to the provisions of the Passenger

Rail Investment and Improvement Act ("PRIIA") decisions about the initiation of additional

Amtrak corridor and high speed rail services that would utilize the Line would be made by

GDOT 18 As discussed above, GDOT has developed plans (and obtained necessary

environmental clearances) for construction of the Multi-Modal facility and, in conjunction with

other state DOTs along the Southeast High Speed Rail Corridor, has recently completed a study

of Charlotte-Atlanta-Macon high speed rail service that would utilize the Line

4. An explanation of the length of time that may be necessary to
implement those plans

The length of time will depend upon a number of factors, including the availability of

federal and other funding Sections 301,302 and 501 of PRIIA establish new federal matching

grant programs for intercity passenger rail with a total federal authorization of $3 75 billion that

could be used by Georgia DOT for upgrading of the Line, construction of the Multi-Modal

facility, and the development of corridor or high speed rail service in the federally designated

Charlotte-Atlanta-Macon corridor

18 See PRIIA Sections 209, 301, 302, 303 and 501, which address the states' role in funding
corridor and high speed rail services, require states seeking funding to develop state rail plans
detailing, among other things, plans for intercity passenger and high-speed rail services and
planned capital investments for freight and passenger services, and establish new federal
matching grant programs for grants to states for intercity corridor services, high speed rail
service, and congestion mitigation
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It bears noting that the Redevelopment Authority's and BeltLme's long range plans for

development of light rail service on the BeltLinc arc subject to very similar funding

contingencies The discussion on the Belt Line's website of potential funding sources for the

capital costs of the proposed light rail line states that

The BeltLme will be able to apply for the competitive federal transit funds
available primarily via the New Starts program and/or the Small Starts program to
fund approved transit projects after the DEIS process is completed h)

The referenced "New Starts" federal transit program was the model for the very similar

PRIIA's state capital matching program that is one of the potential federal funding sources for

GDOT's planned Multi-Modal facility and associated infrastructure improvements

5. Any steps Amtrak has taken up to this point to attempt to acquire this
line

Amtrak has advised NS of its desire to acquire the rail passenger service easement over

the Line which is the subject of this abandonment proceeding NS has responded that u is not in

a position to negotiate sale of the easement to Amtrak, even though it is the owner of the

easement.20 Presumably, NS is taking its direction from the Authority, which has made it clear

that its plans for the Line do not include making it available for passenger rail service *' Amtrak

would be prepared to negotiate with the Authority, but as discussed below, anticipates that those

|y http //www beltlme org/Fundmg/Fedcrall;undinp/tabid/l733/Default aspx (emphasis added)

:i' As noted above, NS concedes that "[s]uch discussions would not be productive in any
event in view of provisions in the agreements submitted with [NSJ's January 7,2008 reply to
slay concerning the [NS"J cooperation with the purchasers, now succeeded by the Authority " NS
Reply to Amlrak Petition To Intervene, at 4 n. 1 The Authority's apparent control over the
negotiation of any easement nghts with Amtrak raises issues of the Authority having obtained
control of rail operations over the Line without prior Board approval, as addressed in GDOT's
Petition for Stay

21 See note 11 above
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discussions would not be productive in the absence of continued Board jurisdiction to hear

Amtrak's condemnation application

6. Why competing land use objectives of federal, state, local and private
stakeholders cannot be resolved through private negotiation if
abandonment is authorized

If abandonment is authorized, the Board will have effectively abdicated its jurisdiction to

award Amtrak the condemnation relief it is seeking, contrary to clearly expressed Congressional

intent 49 U S C § 2431 l(c) is designed to permit Amtrak to acquire rail property where it is

needed for intercity rail passenger service Here, as explained above, Amtrak requires use of the

Line in order to serve Atlanta's proposed Multi-Modal facility The only way this use can be

assured is through a condemnation proceeding before the Board

Once abandonment is authon/.ed, NS will have no further property interest in the Line,

the Board will lose jurisdiction over it, and the Authority will have no incentive to negotiate with

Amtrak The Board should not permit this to occur Preservation of the Line as a rail property

during the Amtrak condemnation proceeding would be "consistent with the goals of the RTF,

particularly 49 U S C 10101 (4), which is to ensure the development and continuation of a sound

rail transportation system " Scminole Gulf Rv. L P - Adverse Abandonment - In l.ee County.

FL. supra. 2004 WL 2618630, *5. As the Board has noted, it is ''Congress* intent, as expressed

in many statutory provisions, that lines be kept within the rail system where possible " Norfolk

Southern Railway Co - Adverse Abandonment - St Joseph County. IN. supra. 2008 WL

391303

Amtrak would be pleased to negotiate with the Authority over how to integrate rail

passenger service into the Authority's plans for the Line But the Authority should not be in a

position unilaterally to block Amtrak provision of such service over the Line Ultimately, it is
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critical that the Board maintain jurisdiction to address the condemnation relief sought by Amtrak.

If the Authority believes that Amtrak is not entitled to such relief, it can oppose Amtrak's case

on the merits and the Board will make the ultimate decision, as contemplated by Congress.

CONCLUSION

For the reasons set forth above, the currently imposed stay of this proceeding should be

continued until the Amtrak condemnation proceeding is concluded

Respectfully submitted,

Dated January 28,2009

George W Mayo, Jr
R Latane Montague
HOGAN & HARTSON LLP
555 Thirteenth Street, NW
Washington, DC 20004-1109
Telephone (202) 637-5600

Eleanor D Achcson
Jared I Roberts
NATIONAL RAILROAD PASSENGER

CORPORATION
60 Massachusetts Avenue, NE
Washington, DC 20002
Telephone (202)906-3812

COUNSEL FOR NATIONAL RAILROAD
PASSENGER CORPORATION
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sc I SERVICE DATE
INTERSTATE COKtOCS COMMISSION '

DECISION °CTS a66

Fin«ns« Docket NO. 30896

MATicHAL RAILROAD PASSENGER CORPORATION-
CONVEYANCE 3P CaNRAlL LINE IN VAZN& COUNTY, HZ

Dec Kid: September 29, 1986

••• On August ac, 1966, she National Railroad pasionger
Corporation (Antrak) petitioned the Coamaalon CQ institute A
proceeding under section 402(d) or the R«il Passenger Service Act
C3PSA), 45 (7,5.C. 562ta).i/ By lea petition, Ancrak re quarts
tnac the Coxxlsclon order that a, lint or railroad oelcRging to
ens Consolidated Rail Corporation (Conraii) ae conveyed to it ana
that the Coaoisaion eataoliib the earns for =na sale cf the
line.?/ "his a«cliion institutes tna requested proceeding.

I/ Section «oa(d) prevldaa, in relevant pare, 19 Tallowa

Cd) DliAgreaaent procedure!
CD If the Corporation and railroad are unable to agree

upon terma Tar the sai* to th* Corporation of ppapcrty
(ineXudlnB intaraata in pr*ap«pty) owned by ene railroad and
required for intercity rail pu»no»r aerviae, sn*
Corporation aay apply to the Camaiaaion for «n order
eacaelianinc cne need of the Corporation for tne property
at iaaue and requiring Ue conveyance thereof from tra
railroad to the Corporation oft reasonable teraa and
conditions, ineludiag just compensation. Unleit che
CoBBlaalen finds that-

(A) conveyance of the property to the Corporation muld
significantly impair en* 4Bllrsj of the railroad CQ
carry out Ita onlizationa as a campgn carrier; and
(a) the obllaatlana of the Corporation to provide
modern, efflalent, and economical ra«X passenger
aarviee can adequately be mot by the acquisition of
alternative property (inaXuding intsreiSa In property)
which la available for sale on reasonable tarsa eo the
corporation, or available to eh* Corporation ay the
exerclie of Ita authority under aeetlor. 5*5(0) or
title,

the need of the Corporation of the property ahall be
to he aatahlianea and the Coomlasion ahall order the
oonveyance of the property to the Corporation on such
reaaanaale tenu *nd conditions aa It say prescribe .
including Juat aonpenaatlon.

2/ AatraJt haa aiao aousht the poatponenent of the iaauance of a
Certificate of abandonaant for this line, whien 14 the subject af
an aaandonment application by Conrail in Doaket NO. A3-16T
(Sub- Mo. 9*7M), Conra.il Abajioonaent In Mavn* County. Hi. By
separate deela^on, tnat proceedlnx la bein^ neid in abeyance
pending Che outeeae of thia proceeding. Additionally, ABtrak naa
alternatively requested that, if the line. is approved for
abandonment, the Canaiaalon inpoae on any/ transferee the aaae
obligations to whlah Conratl ta subject under section <iQ2 of
EPS A, including the obligation ta make the line avail sole for use
by Aflcrftk pursuant to aecvion 108 (a} of RPSA or to convey the
Line to Aatrak pursuant ca section 402(d). Sinee the section
40a(d) proceeding la being instituted, and the abondonemnt .
proceeding la being held in abeyance, consideration of Antrak's
alternative request need noc be aode at this tioa. Furtherewre,
in a letter dated September 10, 19B6. Aatrak makes it clear that
It haa elected M invoke the Ceoualaaion'a jurisdiction under
section (103(0] gf RPSA to acquire ownerahlp of th* line froa
canratl and not merely the use of the track under aectlon 402{a)
or by means of an easement obtained fron a potential transferee
of the Una.
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The subject line eoraiata of a 0.98-mile porsior of the line
mm_ ef railroad called the Hall Track, located In Uayne County, N:.
_r It is described as fallows*

(1) The Wall Track from north of the Detroit River
Tunnel Main Line traetca beginning at a point
at the weat aide of Bagley [Baker] Street
(approximately Mllepost 0.3) and extending in
an easterly direction to the eaat aide of the
former right-of-way at Jefferson Avenue,
including the former apur leading to Tenth
Street (approximately Nllepoat 0.56)}

(2) The Wall Track from aout.-i of tne Detroit River
Tunnel Hair. Line tracks, beginning at a point
at the mat aide of Porter Street
(approximately Nllepoat 0.01 and extending in
an easterly direction tc the eaat aide of Che
former right-of-way at Jefferson Avenue
(approximately Mllepoat 0.12J.

AmtraJc statea that It currently operates intercity paaaenger
service so Detroit, HI, and uses the former Michigan General
Depot located at Vernon Highway and Michigan Avecue.
approximately 1.5 nllea heat of downtown Setroie. Under an
agreement with the. Michigan Department of Transportation, Aatrak
plans to relocate its Detroit station operation to & site
immediately adjacent to the Joe Louis Arena in downtown Detroit.
According to Aircrak, the station relocation project will create a
joint intercity and commuter faoilicy constructed and operated in
conjunction with tht Southeastern Michigan Transportation
Aucnorlty. Aatrak states that the only rail access, to tne
proposed facility is over the Wall Track in connection with other
rlghti-of-way acquired by the City of Detroit for thla project.
Aatrak concludes that. If is la unable to ootain the use of the
Wall Track or acquire ita ownership, relocation of cue station to
the Joe Louia Arena site for commuter and intercity operations
nay be foreclosed.

Amtrak atatea that it has made two written offera to
purehaae the subject line from Conrall. However, Conra.il haa
accepted neither offer according co ABtrsJe but, rather, haa
aoucnt to abandon the rail line. Antrak therefore considers chsc
Conrall and It have be*n unable to agree on the terms of aale
within the meaning of section 402(d). Thus, in view of the
failure: of Amvratt and Conrall co agree and tne need of AntraJc to
use tbe Vail Track for intercity rail passenger service, tttraJc
requests that Che Commission institute a proceeding under section
402(4) for an order establishing me need of totrak for the wall
Track and requiring its conveyance to Amtrek on reaaon&bla terns
and conditions. TTM requested proceeding will be institutes.

Great lakea Railway Company (flLRC) filed a petition on
September 4, 190fi, for leave to intervene in thla proceeding,
rrevloualy. on AUjuat 20, 1936, QLRC made a cimely offer of
financial assistance pursuant to 45 0,3,c. 7iB(d) and ft9 C.-S.C.
10905<dMf) «0 acquire cne Wall Track. Since OLRC la competing
with Anvrak for the acquisition of this line, it has shown good
aauee for being allowed to participate as a party to thla
proceeding and Its petition will be granted.

There are currently no Ceomtaalon regulations to guide the
parties in the submission of Chair evidence. The partiea
therefore should present all relevant information and supporting
documents. AtjtraJe muse also set forth exactly how nueh of the
line and attendant property It believes neoeaaary for the
provision of tne propoaed service.

«o cYldsme. rigardlag c*Bp«n**llgn end nher
ceres of aale, the partiea shoula be guided by the Conaiaaion'a
decisions eatabliBhing teraa and eandiBioiu for the ae-ic of rail
linea under 49 O.5.C. 10905. The partiea OUST fully explain
whatever nethodologlea they uae In determining Just compensation
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for che line and any ofier ter«.s and conditions of sale.
Aqdlslonally. Canrall auac pro-npciy iaxft available co AT. rate any

psUvaac £o en* riec*rni.*u.tion cf tnese siasters.
y, Conrtll auat aafce available ca Aotrak, within 10

days fron tne-aervise dsc» of eaia leclsion, ics railroad
valuation, raaaa cove-ing cr.is line OP & better pny»l34l
description of tae lire as requested by Ant-»K, and sufficient
Information regarding tti* cnird party ncn-pai'.road ea.»enenc along
t1* right -of -way r«f*rred to in Ex!UDl= D of lea abv
Application co allow Am era* co ovaluace cp» efrecc of
eaaMienc gr. cne value of cue underlying real oitacfr.

Finally, Antrak laa indleaeed ctiac ic tfouid allow continued
rail fraijnc aervice over ?ne line By Con pall. Tn« papstefi
4t!9uiri artaresa wneciitr Atncrak iheuld b« required co p>r*ii?
conctnuoi rail freight service ay Conraii or anothar rail carrie
an>1 horf Due shift -aianc t>« accompliitud, !.•.. wne?.ler the
-equlreiBftnc should b* iwde a tarm or concision of i«l« under
•Cation 103(-).

This action will not aignifiefttclj afreet elcn*r Ciie q^llt
of she hunan environnens or enersy aanaervacion.

IB ta ordered'.

1. ' A proceeding ia isitisue&d under leetion 4Q2(d ) cf RPSA,

2. ClfiC'a peticion for leave ?o intervene la granted

3. raid proceeding will be handled under the nodi fled
procedure. The parviee nut comply with ens Commission's Rules
of Practice, including 49 C.F.R. HOii and 1112.

4. The schedule for filing verified se&wnenM of fact tr.i
c la as follows :

Initial atatvmenc - Movenher £, 1986
Conrail'a and QLRC'a statements - December J, 1986

Aaeralc'a reply atacenenc - Deeenber 23, I98tf

Kncraie am 5 aerve iti itaceae*isa oni

Donald A. BriAKwortA.Es*. 2ha.ndl«r L. /an Or-saji.
3enertl Counsel - Lltigaslon '.Aieeler 4 Hhe*l*r
Conaolldaced K&ll Corpor»=ion 1729 K Street. M
1138 Penn Center Pl&«a Suite *2QQ
Philadelphia, PA 19104 UashlRgeon, DC 20COfi

Con rail and QLRC riuit aerve their atateqenca or.t

tfllliaa P. Erkelenx, Eaq.
General Soiialtop
ufatlonal Railroad PaaJenger Cerpcrasion
ttOO a. Capitol StrtoB, N.V.

, DC 200C1

5. A decision will De laaueii on or D*fore 120 daya after
tna eloie of tn« evidentiary period •

"^^ 6. Uithln 10 day! -ran the aervlse dace of t.-.ia decision.
ConralX mu4t niiiJce available to AncreJc an./ inTornacion relevant to
the detemlnation of Just coopensation for the line and otner
seraa ao4 conditlona of sale, &a diaeuaaed above.
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7. Cxcapc for good ?tua* ihawn, pre Unitary "notions utrt
ia far oroaa •Jtftmini.tlon of Kltr.eaaai QI* for ocntr rtllar

not be tarea en prior co cht d*c« thf, all

d. Thla decision 13 effeccive 3 day$ from the da:e of
•ervice.

By the Commission. ClMUsnan Cradlaan, Vive Chaarnan SXanons.
CoimiJJioner* 5c«craccr Aadra. and twnboloy Coreoissionop Andre
eoneurred in ch« peeuic.

(SEAL!

t%a It. HcGa«
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NATIONAL BAI»flOAJ PA55EHOEP CCfl KHATIO* ~ ;C1V»njfC* OP CSK^AIL
«IE IV WAYNE COUNTY, *l

lesided fovanbor IS, iftc

The Consolidated Rail Corporation iConrall) kaa ".led »
petition pursuant to »9 C P R 1117.1 to atay tre ppcotdur*.
aa-edule esta&llaned in t*ila proceeding ay decision le-ved
October 5. 1906, and effective October 9. :9o6, peid'.ng .'udls'.a,
-•view af :ne Cosiaisalon'a decision in AB-L6F (Sua-No 3U7H1,
"anrail Abandone»nt In Var-:e County. "I <IOB pri-ted). a»-/ed

9ACXCROUND

The national R&ilr^ad Passenger CarporaCian (Astriie'
«i.r'«ntiy operates intercity ;aaaeng*r servias to Ce'B3it. f't
1-91-g tne fo.-aer Xichlsan Ce-tral Sepot1/ loeatad approxiaa'el/
1.5 nl'.ta weat of fovnsawn Setralt JnoTer an agreeaeit *'."\ :*ie
"ic-.lgar. 3e?«Ptnent of Transportation I HOOT), AatraJc ,',tr,t -s
relocate its Detroit itation operation :a a aite Icaediasti/
adjacent to t^e Joe Louis Arera in doMisown 3et-olt T-e a-at:oi
r*loca:ian p"oject will oreat* a joint Intercity and :oMi.-«-

llity constructed and ape-ated in conjjncsion w.fi :-•
ifen T-ana;artatian A^e^opl.:y :5E.1TA) ~-.j

La Saaed an plara Lil-.taeed -aa-'.y a lacade ijc »rct la
• sjp^artad Sy :-• C'.cy of Detroit since '.'. :-*t:«i —.•

-iia^rict */

A eplil:*l od -aceaj*-/ rill '.l.-k lr f.e provia'.cr sf
p"-s;os«d j«rrice 19 wi •pprczia&tely 0 JB-aiie '.ine tf riL.-
cw«d ay Conrtil <ro«n u :*:t Wall '"-•eK It la •ai«r;:itL »
--• cnky -eL. •ce*» :o che pcopaeed "icility reqi.i-ei asvai
aver C.IB: lire, "n "ctaaer I.. 1965, CorralL "..•(! * s-ocica
r-auffisient ^ennuee for She Wii; "pack. By leete* iA^ed
Ngveaor I. .989, Aatrex family idv.Btd ^on.-il. in wriTi-|
Aat-ix requs-ed Che uae of :M tusject line in aonnecv.ai wi
;r« -vlocaCien 9f 4trak'a Detroit ttfttlon Howgvar, or r
1C, 1939, Coir»lL tn:er«d into an agreeneRE *'.-.-\ Kaybet
Corporation t^aybee. ~o aell the Jail Iracx :o Kayeee far
i]CO,3CO, sondisiened tpon Sonrali *ir>t &9*R<!oni'4 :ii Li-.a.
<aysee aiae sontrtoceti. So purc&aae, and hag ainte ;ur=-aB4d,
aiveral pareela af land omed ay Conr*'.l sha: adjoin "Iw -»ll
T-iSic :u: wnien apparently contained no active rail .inea, «rd
vere sasalred jolily ror "edevelopHKne jupjsie*.-/ :onnl.
proceeded » rile vi «ppllca?10". on Kay 23, .9347 -nder >ea:igr
306 t! tre Resleral Rail **organitatl.cn Act gf 1973. *l So
aaandon the rfall Track and that proceeding vaa dockvTecl aa AB- 17
'Eua-No. 9»7M) Subaequently, Antrajc aade offtra ro p^-erase tie

Corporation (Kaybee) row owna and la engaged lr t*ie
~9deveicpaent of the Richî an Centra!. Depot.

'/ ?or exaaple, tne City fiaa already built a eajor atructun «lth
Tvo-atery baya several nurdred faet long to receive tralra
p-ovldlng ene propoaeel »er?tce

"If Kaybee ia not author lied by lea Articles of Incorporation to
canducs "tll-otd operations.

adde4 sy the Hort^ieaac It 11 :«-vl:o Act
L '.'o. 37-T5



• JS.act L:-« in ,«rse.-s aaccti -J.'» ' and Ai.gi.jt .<. .986. :„•
Co-.-ai. <«r..aed "a negesiaEa "ICn Art ran

Cr Au£jat 23, .966, >e«s La«aa Railway Coapan/ (3LPC,1 -ac
s ?lna:j offer of financial aasLatarca p-.ratant so «5 U 3 Z
-•8(d) ar-i J9 U.5.C. .33fl5<dJ-(n *s asqjLri «!:• Wall "raw.
GLRC La « wnollj-ownaa auaalsiary corporation of tayiee crearad
•F«eif;eB.l/ Co acquin tha Vail Trask and to oonduc; rail
sjaraTlona OVB- LC 3-ilC naa afftrtd so provide coRtliuti ral.
'•sia-.: icrslsa sr. :IB Ll-e :n aa ta-iaadad sails, eu: it :•*
::ie -.-* if?*r **a wdt, I: ;wn«4 -o tqulpnant «ra vaa -e;
•PSBgtd In ;he ,rovialor. if my o-'.mr PI'., icrvisa jJC -•»
cf*«r»d a :?«»r fpi;# rf 13. J, 3-5 rer ^» 411 Tr»s< •• • -il.
?rop«-c/. CLRC nts a.io l-d:;md l-.i "lllin^ntaa so -•<:-'.&-«
ui *»«BBsns M!:B Aatrax i- crdtr :•••: Jbacru say proved*

*lae sr 4-.i-.a-. 2C, .JBS. Aac-ak 'L.rt a ;«t.-lgn
acaeiig :-a*. is -»• sad* ui ofr«p of 'nar.s
*:r :ia Lina *'. tilr --• -••r.lia or 1* : 3 S

sr ;iw »-D;»CI Hit. :." -r*
no; ;oaEpc-t :h« iauane*
:ru hta «l:

scat»:o-j rî .u '<: LIB t.h» -all Tri^i

-p-Bi^'.j. Aacrak I.H ;«tl:ior*d ;p» Cocaiaaicn »o
a ;r3ce«d(.iB JiCar a«c?ion »3J(1, of "PSA Tar :n*

r l."e w»]i T-«< to 1C cy Cor rail ard far !"t
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:o tn i
e«re4inijr a« contrary Co 5~1«

jnet«r ao?1* 'iCRSA uc 1P3A Aa ac«e*d artvioual,, -he
3n LiE«ns« so -McL't e-^ accsion wSild1 ppo««e-lti| \a

\if'.eK'.y M pp«atlc»sl«. bus intry of ;nt st»y would artvtn: •-»
iscian iforeavvr, Antrac'j -IB 1C » pur31M« !M W»i. T-1.C* fr
~err4ll »vLd a* l-ip»lp«<! or Loa: ir cla notion kQaii)

ntlrg !• no: :oap!a:«£ yrltr "Q iDiAricnninG or :ht llnm

i:y, 3LRC, so
CI'.O- .A9QS

rris ««M aov'.-
',- :n« -«c»i-: ;«a:, :u: -"•: '.' i«u.4 pro visit



"'-"•net

Can/trie*.,/, Corfu's J3flC*iclona of -jn :o 1: vs -s:-*-
l»*rciea 1' :"* srccetl-'il ach*d-Jl« la not Jtayed *!••
unconvincing. The ^oEeieia. iie-. :c Tonrall naa beer £lacusa«c,
Jj-cr^. *na .: !a u.ic.«a- haw ait/itg the proeedura.1 ached'Jle ir
=re ice c MM JQ2J4, ;foca«dlig will] =i of uy •ceaju-aal* se-*?i;
:a :-• ar lpptr .oea:«d on :•)• aubjact lln« d/ £'••) IT I*1-* .!.-•
la purahued by GLitC -rd«r «etto.-. icgo;, i? would 39 auajast :s
l-.T«dl«s« aaU to Aac."M --.id OP jicsien -oa id ) . "R-.UB, •.-/ ae-/i=
:fa: ilgftt a« pro/litd co ;*!» ihlppar in tn« Irttrl-i by -"LPC
•auLj » atiore ilv«? 7onr*il «pp«.-«n;ly hu *<-»d ce i-o-linue

ih»: 50 ln^ f
12905 proet du-flj 4BuLd 10; 4l:LRi:«ly
•ojil Dm A useless exercise

Or 9«:»nc«, IIB publ'.e In:*r4as r«qulreg rvjvcsian af
"or-tll's icay ,-»qj«*: IrSrtk sot KB £3 puffeae ;-• •ue.'Bit
::-• is '.-splsBtr: « d»ci,2«-o:3 plan :s priv.ia :ne»-ii:j
;Aa»"g«- 4rd =9i9JE«r lo.-r'.ss 5a !ownca>«n :*:-alc u=:r«i< -ma
liilleaiSad TIC 1; *li. ir*-:5 n •A)vm*nB avtr •!•• . i-t r:r ""
TiC'ire provliioi af *"«ljrt aervise. If w«-.Bd. ard wil. -lai.-^alr
eu line l:»«lf tfl;-»k i purchase <L1 also -«sul; Ln Corral 1 'a
isindonaens 3f cha Itie. 4ccr4X "wa txersiaed Ltv »:«!u:crj
rlg-i ta u/« « prus««(Jlij '.na:L?Jted u'.d*r a«men -02(i' *c-
•1« aequiaisar a* :-• ai.ejnse U"« "eaeaaary ."ar ^"ls p-apoaed
atrviee, *.-.d tnat i:«:u:« pra/l'jea toe »ipedi?ed d»<::3L3"=4<:-4
ey :*•• Sanaisa'.on A jrint of • a«ay pending J-dltl«l •• 1»«*
•Quid no: only a* in dlreat ronerivencion of "iti

P"oo»d-rt» for Corrti. In. ibe.nflerin| in;rarie*a'.e -ill li*«i
?l"«::y, Aa^rsic La aupparetd Ln Chls latstr by "DOT &nd "•• ':;
:? Ci;roif, • asrung Infl'.saslon !hae tls*1.^ sctp.a'lsn sf :h«
acsc'.ai *OitJl f-octsdng n in cite puolls l-.:e-«sc.

I- vle« sf :ro IBOV* diseuiaion. is wjuld noe ta in :-•
pi.aLle interess :g ^ruis « icay

. will lot atgririoftncly «rr*es «i;-«r :ne
.117/ of :i« -uaa.1 •nvironeen: ar viargy eonaarve:iaM

t: It 9"dared

1. The pe:l-.lan for ataj la denied

2 ""ila itcisun la vffmc'.ir* on 'he -ii

3y »ie tdiarlaaLcn, •'•as-er J Crtllson.

(SSAL)

/ T*i» Codailuor. haa •Ilouefl Conrsll :o dlaconci-ue aer'tee
the line Ir »B-l67 t3ub-No. 9^7N). «leh la an entirely aepa.rt:«
proeeedtnf Turshernor*, t^e Conalaalon Sid roe -equi-e Cor-^i:
Go llacan^lije s«r»lc», 311; sere'.y perQi:tad -on-HI w sa<a i'..-h
terian



ATTACHMENT 3



the
^ AcenterU

Evaluation of High-Speed Rail Options in the
Macon-Atlanta-Greenville-Charlotte Rail Corridor

August 2008

Prepared by
Economic and Industry Analysis Division, RTV - 3A

Volpe National Transportation Systems Center
Cambridge, Massachusetts

Prepared for
The Georgia Department of" fransportation (GDOT)

Office of Intermodal Programs
276 Memorial Drive, SW (2nd Floor)

Atlanta, Georgia 30303



Table of Contents

Section
1 Introduction 1-1

1 1 Background . . . 1-1
12 Purpose 1-2
13 Scope 1-2

2 Scenario Development . 2-1
21 Introduction 2-1
2 2 Technology Options . 2-1
2 3 Alignment and Routing . 2-3
24 Stations .. .. .... 2-3
2 5 Other Considerations 2-4
2 6 Scenario Definition 2-5

3 Demand and Revenue Estimation 3-
3 1 Introduction . 3-
3 2 Develop Estimates of Base Year Tnps 3-

3 2 1 Specify Zonal System 3-
322 Develop Base Year Trip Tables 3-

3 3 Develop Forecasts of Future Trips 3-4
3 3 1 Obtain Projections ol Sociocconomic Variables for the
Forecast Period . 3-4
332 Develop Traffic Projections for the Analysis Period 3-5

3 4 Develop Demand Model Inputs . . . 3-6
3 5 Estimate Diverted Trips/Induced Tnps . 3-8
3 6 Estimate Ancillary Revenues 3-9
3 7 Summary Base Case Results. 3-10
3 8 Capacity Checks . 3-16
3 9 Tram Set Requirements 3-16
3 10 Sample Tram Schedules 3-17
3 11 Conclusions 3-19

4 Route and Capital Cost Estimation 4-1
4 1 Introduction 4-1
4 2 Construction Requirements 4-2
4 3 Alignment . . . . 4 - 3

4 3 1 Charlotte, North Carolina to Greenville. South Carolina 4-3
432 Gastoma, North Carolina to Greenville, South Carolina 4-5
433 Greenville, South Carolina to Gainesville, Georgia 4-7
434 Gainesville to North Atlanta (Doraville) 4-11
435 Atlanta Alternatives 4-12
436 Atlanta to Macon, Georgia 4-16

4 4 Capital Cost Estimates . 4-17



Table of Contents

Section
5 Operating and Maintenance Costs 5-1

5 1 Introduction . 5-1
5 2 General Methodology . 5-1
5 3 Summary Base Case Results 5-2
5 4 O&M Cost Comparisons 5-4
5 5 Conclusions .. . 5-4

6 Financial Analysis . . . 6-
6 I Introduction . . 6-
6 2 Summary Base Case Results 6-
6 3 Conclusions . 6-6

7 Social Impacts Estimation 7-
7 1 Introduction 7-
7 2 Consumer Surplus 7-
7 3 Air Quality and Energy Impacts ?-

8 Conclusions and Recommendations . 8-
8 1 Conclusions 8-

8 1 1 Routing 8-
8 1 2 Costs . . 8-
8 1 3 Ridership . 8-2
8 1 4 Financial 8-2
8 1 5 Best Case 8-2
8 1 6 Public Private Partnership 8-3

8 2 Recommendations 8-4
Acronyms 8-5
Appendices (bound separately)
Appendix A - Demand Estimation A-1
Appendix B - Ridership, Revenue, Passenger Miles B-1
Appendix C - Consumer Surplus Results C-1
Appendix D - Annual Change In Emissions/Energy Use

Due To A Shift To HSR . D-l
Appendix E - Financial Analysis Results 1> 1
Appendix F - Commercial Feasibility Study

Operating And Maintenance Costs . . F-l
Appendix G - Trip Time Estimation And

Technology Description . G-l
Appendix H - Topics In Public-Private Partnerships

For Passenger Rail Provision H-l
Appendix I - SEHSR Final Presentation 1-1



List of Figures
Page

ES-l Southeast High-Speed Corridor ES-2
ES-2 Atlanta-GrcenviUe-Charlotte Study Area . ES-3
ES-3 Operating Profit/Loss (2006$) Casl (All Stop Case) with HSR Extension ES-10
ES-4Casel Ridership HSR ISO ES-10
ES-5 O&M Costs per Passenger

(Case 1 with HSR North of Charlotte in 2025) ES-11
ES-6 Relative Change in O&M Costs and Ridership

(HSR 150 D Case 1 with HSR North of Charlotte) . ES-l 1
l£S-7 O&M Cost per Passenger Decline Over Time Due to Increasing Ridcrship

(Case 1 with HSR North of Charlotte in 2025) ES-12
3-1 Ridership - Case 1 with HSR North of Charlotte 3-11
3-2 HSR 150 Ridership . 3-12
3-3 Case 1 Ridership HSR 150 3-13
4-1 Approximate Charlotte, North Carolina, to Gastonia 4-4
4-2 Demonstrating Alignment Options for 125

and 200 mph Alignments . 4-5
4-3 Greenville Station on Norfolk Southern Property 4-6
4-4 Limited Hours and Amenities at Greenville Station . 4-7
4-5 South of Greenville Station . 4-8
4-6 Double Track and Siding on Route 135 in South Carolina 4-9
4-7 Corridor Alternatives in Greenville, South Carolina

to Gainesville, Georgia Segment ... 4-10
4-8 Amtrak Station at Gainesville . . . 4-11
4-9 High-Speed Alignment between Gainesville, Georgia

and DoraviUe, Georgia . 4-12
4-10 Alternative Routes through Atlanta 4-14
4-11 Approaching the MMPT 4-14
4-12 The Site Ol The Proposed MMPT Showing The Existing NS

And CSX Tracks On The Left And The MARTA Lines
(In The Trenches) On The Right 4-15

4-13 Two Alternative Routes between Atlanta and Macon, Georgia 4-17
5-1 Annual O&M Costs (millions $2006) Case 1

with HSR North of Charlotte 5-4
5-2 O&M Costs Increase With Speed

(Case 1 with HSR North ol Charlotte in 2025) 5-5
5-3 O&M Costs per Passenger

(Case 1 with HSR North ol Charlotte in 2025} 5-6
5-4 O&M Cost per Passenger Decline Over Time Due to Increasing Ridership

(Case 1 with HSR North of Charlotte in 2025) 5-6
5-5 Relative Change in O&M Costs and Ridership

(HSR 150 D Case 1 with HSR North of Charlotte) 5-7
6-1 Operating Profit/Loss (2006 $.)

Case 1 (All Stop Case) with HSR Extension 6-5
6-2 Operating Profit/Loss ^2006 $)

Case 6 (Express 7-Stop Case) with HSR Extension 6-5
7-1 Users' Consumer Surplus Concept 7-2

111



List of Tables

lakl£
ES-l Equipment and Capital Cost Summary ES-9
2-1 Station Stop Options 2-7
2-2 Summary One-Way Trip Times Including Pad/Dwell 2-8
3-1 2025 Annual One Way Trips

with Current Amtrak North ol Charlotte 3-14
3-2 2025 Annual One Way Trips

with HS R North of Charlotte 3-14
3-3 2025 Annual Revenues (2006 dollars)

with Current Amtrak North of Charlotte 3-14
3-4 2025 Annual Revenues (2006 dollars)

with HSR North of Charlotte . 3-15
3-5 2025 Annual Passenger Miles

with Current Amtrak North of Charlotte . 3-15
3-6 2025 Annual Passenger Miles

with HSR North of Charlotte 3-15
3-7 Sample Schedule - 90 mph technology - Case 1 3-18
3-8 Sample Schedule - 200 mph technology - Case 6 3-19
4-1 Equipment and Capital Cost Summary . 4-20
5-1 2025 Annual O&M Costs (millions $2006)

with HSR North of Charlotte . .. 5-3
5-2 2025 Annual O&M Costs (millions $2006)

with Current Amtrak North of Charlotte 5-3
6-1 2025 Annual Profit/Loss (millions $2006)

with HSR North of Charlotte . . 6-2
6-2 2035 Annual Profit/Loss (millions $2006)

with HSR North of Charlotte 6-3
6-3 2040 Annual Profit/Loss (millions $2006)

with HSR North of Charlotte 6-3
6-4 2025 Annual Profit/Loss (millions $2006)

with Current Amtrak North of Charlotte 6-3
6-5 2035 Annual Profit/Loss (millions S2006)

with Current Amtrak North of Charlotte 6-4
6-6 2040 Annual Profit/Loss (millions $2006)

with Current Amtrak North of Charlotte 6-4
7-1 2025 Consumer Surplus (2006 dollars)

Current Amtrak North of Charlotte 7-3
7-2 2025 Consumer Surplus (2006 dollars)

HSR North of Charlotte . 7-3
7-3 Annual Reduction in Emissions and Energy Use Resulting from

Shift to HSR - Case 1 with HSR North of Charlotte - 2025 7-5
7-4 Annual Reduction in Emissions and Energy Use Resulting from

Shift to HSR - Case 1 without HSR North of Charlotte - 2025 7-5

IV



1. INTRODUCTION

7 / Background

The U S Department of Transportation (DOT), in conjunction with the Transportation
Research Board (TRB), has undertaken research that indicates that high-speed ground
transportation (IISGT) systems, including high speed rail (HSR), could be a competitive
alternative to highway and domestic air travel in high-density travel markets and
corridors in the United States, including the Boston-New York, New York to
Washington, and San Francisco to Los Angeles corridors TRB Special Report 233, "In
Pursuit of Speed, New Options for Intercity Passenger Transport," concludes that
"HSGT systems could be an effective alternative in corridors where travel demand is
increasing, but expanding capacity to reduce highway and airport congestion and delays
is very difficult"

In its 1997 study "High-Speed Ground Transportation for America, " (commonly referred
to as the Commercial Feasibility study or CFS), the FRA estimated the total costs and
benefits of implementing a range of HSGT systems from incremental HSR with lop
speeds of 90 to 150 miles per hour (mph) ("IIISR," termed "Accclcrail" in the 1997
report) to new HSR (with 175-200 mph top speeds) and maglev (up to 300 mph) in 11
illustrative corridors The study identified the potential for diverted trips to competitive
HSR and ground transportation services, especially for trips between 100 and 600 miles
The study found that HSGT's total benefits exceed total costs in many of the illustrative
corridors

The Volpe National Transportation Systems Center (Volpc Center) supported the FRA in
the preparation of the CFS by making the ndership, cost, financial, environmental, and
benefits estimates for the various combinations of technologies and corridors The
models and methods developed for the corridors studied in the CFS, including the
analysis of the Southeast High Speed Rail Corridor (SEC) from Washington to Charlotte,
will be applied to the case in which the SEC corridor is extended to South Carolina and
Georgia

This study corridor is part of the designated list of 11 HSR corridors authorized by
1STEA (Intcrmodal Surface Transportation Efficiency Act) in 1991 and supplemented by
TEA-21 (Transportation Equity Act for the 21st Century) in 1998 This study will focus
on the expanded SEC extending from Washington, D C , south through the Carolmas and
on to Georgia and Florida The study area is a smaller section of the SLC starting in
Charlotte, moving southwest through Greenville and Atlanta, and finally south to Ma con
The potential rail corridors previously studied in the CFS did not include the portion from
Charlotte, North Carolina, to Atlanta, Georgia, with an extension to Macon, Georgia
However, the North Carolina, South Carolina, and Georgia Departments of
Transportation, with technical guidance from FRA, intend to analyze this route segment
in a new study as an extension of the SEC (Washington to Charlotte) studied in the CFS
by employing funding contained in the consolidated FY2004 appropriations, Public Law
No 108-199
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The Georgia Department of Transportation (GDOT), South Carolina Department of
Transportation, and North Carolina Department of Transportation have signed a
memorandum of understanding (MOU) to undertake an analysis of the Macon-Atlanta-
Greenville-Charlottc segment under which GDOT will act as the lead state for the work
Federal funds for this purpose will be made available under this agreement to GDO'l
The three state departments of transportation, through the MOU, have designated GDOT
to oversee the agreement and conduct the project 1:RA will serve in an advisory capacity
to the states

/ 2 Purpose

This new study will assess the viability of a public-private partnership for rail
development in this corridor extension where Government agencies invest m capital
construction and maintenance of HSR infrastructure and a private, non-subsidized
operator provides for train operations This new business model for HSR was developed
by the Southeastern Economic Alliance in its recent report The tram service to be
studied for this corridor will have lop speeds that arc significantly faster than existing
Amtrak service, might follow existing rail routes or employ a new straightcr right-of-
way, would likely have links at the end-point cities to connecting rail and air services,
and would possibly incorporate through-tram services to other non-corridor rail-served
cities

The Volpc Center will conduct market and economic studies to evaluate the feasibility
and potential impact of various levels of HSGT in the Macon and Atlanta, Georgia, to
Charlotte, North Carolina, HSR corridor The Volpc Center will (1) recommend rail top
speeds and technologies that balance potential ndership and revenues with infrastructure
and operating costs, (2) forecast ndership over a at least a twenty-five year time horizon,
(3) assess whether operating revenues might exceed operating costs and infrastructure
maintenance costs, (4) compare this corridor's performance with similar rail corridors in
other regions, and (5) determine other quantifiable economic impacts of HSR corridor
investments

/ 3 Scope

The Volpe Center will build upon and extend the work previously completed by the
Volpc Center for the FRA with respect to the SEC segment between Washington, D C ,
and Charlotte, North Carolina, by accomplishing the tasks set forth below Using the
previous work as a paradigm, there will be seven mam components to the analysis of
intercity passenger rail in the Macon and Atlanta, Georgia, to Charlotte, North Carolina,
corridor segment

• Scenano Development
• Demand and Revenue Estimation
• Capital Cost Estimation
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Operating and Maintenance (O&M) Cost Estimation
Corridor/Network Financial Analysis
Societal Impacts Estimation

The following report documents an initial planning and feasibility study for intercity
passenger rail service in the corridor from Charlotte, NC to Macon, GA Because of the
preliminary nature of this planning and feasibility study, all assumptions and results are
subject to change as further and more detailed planning studies and design arc completed
Further work including analysis of physical improvements required and financial and
environmental analysis of the plan will be required before any major policy decisions can
be made
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2. SCENARIO DEVELOPMENT

2 1 Introduction

The study's conclusions and recommendations will be determined by a set of plausible
assumptions and well-designed scenarios defined at the beginning of the effort The
project initiators, the Georgia, South Carolina, and North Carolina Departments of
Transportation, with their FRA technical advisors, have defined the initial parameters for
the evaluation, including the end-point and some intermediate cities for the core corridor,
at least one of several potential tram speeds/technologies (i c, top speed at least 125
mph) to be investigated, and the general outlines of the public-private partnership for rail
development and operation in this corridor The Volpc Center and GDOT will define
more specific options/scenarios, make broad assumptions, and specify detailed inputs to
the modeling process Some of the variables and information that need to be specified
are cities and airports served, station locations, existing rail lines and right-of-ways
(ROW) used, passenger amenities provided, ownership assumptions, speed or trip time
goals, and technologies used

The major distinguishing characteristic of the scenarios will most likely be that each
describes a different system concept (alignment and technology) The technology options
defined in the FRA's CFS, i c, IHSR with varying top speeds and new HSR. will be
selected For reasons of cost and connectivity with existing plans for the routes north of
Charlotte, this study will only seek conventional modes of HSR transportation

This study will evaluate the development and operating costs and potential passenger
ndcrship associated with providing high-speed rail (HSR) service to the Ma con, Atlanta,
Greenville/Spartanburg, and Charlotte corridor The tram service to be studied for this
corridor will have top speeds that are significantly faster than existing Amtrak sen,'ice
(with maximum speeds of 79 mph), might follow existing rail routes or employ a new
straighter right-of-way, would likely have links at the end-point cities to connecting rail
and air services, and would possibly incorporate through-tram services to other non-
corridor rail-served cities

The study assessment will be based on a new business model concept for HSR that was
developed by the Southeastern Economic Alliance in its recent report This concept
consists of a public-private partnership for rail development in this corridor where
Government agencies invest in capital construction and maintenance of HSR
infrastructure and a private, non-subsidized operator provides for tram operations

2 2 Technology Options

This section describes the six technology options for passenger rail vehicles proposed for
evaluation of the planning study for the Southeast High Speed Rail project The
technology descriptions include consist and individual vehicle characteristics (i c cost,
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weight, and seating), as well as an estimate for performance over a 365-mile (distance
from Charlotte through Atlanta to Macon) non-stop route segment

The major distinguishing characteristic of the scenarios is that each describes a different
system concept (alignment and technology), with the technology options defined to be
consistent with the ones defined in the Federal Railroad Administration's 1997 report,
"High-Speed Ground Transportation for America, " (commonly referred to as the
Commercial Feasibility study or CFS), i c, incremental high-speed rail with varying top
speeds and new high-speed rail For reasons of cost and connectivity with existing plans
for the routes north of Charlotte, this study will not investigate maglev options

The six technology options considered fall into three basic categories The first is
Conventional Rail Transportation (CRT) with appropriate track improvements and
improved signaling equipment at 90 mph The 90 mph case would require all trams/track
operating on the alignment to be equipped with upgraded signaling equipment For the
conventional 90 mph case, a tilling coach is assumed which is similar to tilling coaches as
described below for high-speed rail

High Speed Rail (HSR) covers the speed range from 110 mph to ISO mph with both
electric power cars and fossil fueled locomotives. Increasing levels of change to the
existing alignment will need to occur as the maximum speeds are increased For the High
Speed Rail 110-125 mph cases all coaches are assumed single level and tilting The
single level cars are some variation of an X2000, Talgo, or Acela style coach

Finally, Very High Speed Rail (VI1SR) is a 200 mph rail system, operating on a new
alignment The Very High Speed Rail 200 mph tram set is assumed to be similar to the
European TGV consist The train set is made up of Iwo end power cars and any number
of articulated passenger vehicles

Tramsets for each type of service would be optimized to provide frequent departures
while minimizing the operations and maintenance costs Typically this is a tradeoff
between short and long trains For this evaluation we have chosen consist configuration
seating about 264 passengers as the baseline This can be achieved using a single power
engine and four passenger cars (I -4) or leading and trailing power cars and four center
passenger cars (1-4-1) consist of single level equipment or a single power engine and
three passenger cars (1-3) configuration using bi-level equipment For the very high-
speed case (200 mph), the baseline consist is the 1-6-1 (with leading and trailing power
cars and six center passenger cars in married sets) sealing 284

The 90 mph and 110 mph cases were previously evaluated in the May 2004 report,
"Maeon-Charlotte Southeast High Speed Corridor Plan1* by Georgia Rail Consultants
This new evaluation will provide an opportunity to rc-cxamme assumptions made in that
study, c g, concerning the degree to which track straightening along rail right-of-ways is
feasible and cost-effective, in Ihe context of (and consistent with) the assumptions and
parameters made for high-speed and very high-speed rail options
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2 3 Alignment and Rowing

The alignment and routing alternatives for Southeast High-Speed Rail Charlotte to
Macon corridor would have to be investigated in detail as part of subsequent studies This
exposition lays out some of the ground rules that will be used to match tram technologies
to feasible, least cost routes The major tradeoff is between tram speed and the cost (and
availability) of right-of-way that is straight enough to support that tram speed The cost
of ROW, even for the lowest-level improvement (reconstruction to speeds of 79-100
mph) will entail construction costs approaching S2,000,000/mile, plus the cost of new
tram control systems Developmental costs include right-of-way acquisition, track and
supporting structures, tram control, electrification, stations and maintenance facilities
Potential impacts on environmentally or historically sensitive areas and relocation of
housing and other facilities are also major differential considerations

2 4 Stations

This analysis will assume the same stations as used in the prior corridor study1 for the
basic set of scenarios These are

Macon,
Griffin,
Aviation Blvd/Last Point (serving the Atlanta Airport),
Atlanta MMPT,
Gainesville,
Toccoa.
Clcmson,
Greenville,
Spartanburg,
Gustoma, and
Charlotte

In Atlanta, the HSR trains would use the MMPT (Multi-Modal Passenger Terminal),
which is planned to host commuter rail and bus, intercity bus, and Amtrak trains Direct
connections to MARTA's Five Points station and local bus would also be available

The station at cither East Point or Aviation Boulevard would provide service to
Ilartsficld-Jackson International Airport An East Point location would provide
connections to the airport via MARTA's East Point station An Aviation Boulevard
location would be co-located with a planned multi-modal terminal with shuttle
connections to the airport

1 Georgia Rail Consultants, Macun-Charlolte Svuth<tai,t High Speed Rail Corridor flan, Georgia
Department of Transportation, South Carolina Department or I ransponation. North Carolina Department
ol Transportation, Federal Railroad Administration, May 2004
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An additional set of scenarios will be considered which include stations at the Charlotte
airport and in the northern suburbs (Atlanta Metro North) The report Transportation
Planning for the Richmond-Charlotte Railroad Corridor1 has specified locations for a
new station in downtown Charlotte and a station serving the Churloitc airport

2 5 Other Considerations

The demand for rail travel in the Charlotte to Macon corridor depends on an additional
consideration that has to do with the interface with rail service north of Charlotte In
1992, the United States Department of Transportation (USDOT) designated several high-
speed corridors nationwide - including the Southeast Corridor from Washington, D C to
Richmond, Raleigh, and Charlotte In October 2002, North Carolina, Virginia, the
Federal FHWA and FRA completed the vital first part of a two-part environmental study
for the Washington, DC to Charlotte portion of the Southeast High Speed Rail Corridor
(SEIISR) The study results from the Tier I Environmental Impact Study identified the
preferred route and the overall project purpose and need The Tier II study is expected to
provide a detailed analysis on the impacts, including track location, station arrangement
and detailed design The project plans for the Southeast High Speed Rail Project
proposes a fossil fuel locomotive with a top operating speed of 110 mph , with
completion of the Tier II Environmental Impact Study by 2011, and construction
anticipated in the 2015-2020 time frame

For this study, we propose two possible cases In terms of potential passenger demand
generation, the least favorable case involves the situation where there will be no
significant rail improvements between Charlotte and Washington DC, and that travelers
with tnp origins (destinations) in the Charlotte to Macon corridor will be required to
transfer to existing Amtrak services for all destinations (origins) north of Charlotte
Existing Amtrak services consist of the Piedmont (1 round trip/day, Raleigh to Charlotte),
the Carolinian (1 round trip/day, New York to Charlotte) and the Crescent (1 round
trip/day. New York to New Orleans) The current average travel time from Charlotte to
Washington DC on Amtrak is approximately 9 5 hours The minimum transfer time will
be assumed to be Vi hour, but because there are very few daily Amtrak frequencies,
transfer times could be much longer

The much more favorable case assumes connecting rail services envisioned in the
Southeast I Iigh-Speed Rail studies are in place allowing higher speed travel from
Charlotte to Washington and beyond The Record of Decision for the Tier I Southeast
High Speed Rail Project3 was based on ndcrship estimates that assumed a 110 mph
maximum speed, and 4 round trips/day, Charlotte to Washington, and an additional 4

2 Parsons Transportation Group, Technical Monograph Transportation Planning fur the Richmond-
Chttrlotte Railroad Corridor, Federal Railroad Administration, January 2004

3 The RecordojDecision for the Tier I Southeast High Speed Rail Projeti Federal Railroad
Administration, Federal Highway Administration, November 20,2002
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round trips/day, Charlotte to Raleigh The estimated end-to-end travel times for the
improved rail alternatives studied range from 6 hours to 7 5 hours, which constitutes a 20
percent to 35 percent improvement over existing Amtrak service This is in general
agreement with the assumptions used in other studies of HSR in the Charlotte-
Washington corridor4 In our most favorable case analysis of services north of Charlotte,
we will assume the speed and frequency assumptions used in the Record of Decision, and
incorporate through-tram service connecting to Washington DC and, possibly, to some
Northeast Corridor train destinations

2 6 Scenario Definition

Thus each scenario defined by a technology/alignment assumption will be analyzed based
on variations in the number of stations and the connecting rail services north of Charlotte

The cases considered are as follows
1 - All stations - Charlotte, NC, Charlotte International Airport, Gastoma, NC,
Spartanburg, SC, Greenville Spartanburg International Airport (GSP), Greenville,
SC, Clemson, SC, Toccoa, GA, Gainesville, GA North Atlanta Metro, MMPT
Atlanta, Atlanta International Airport, Griffin, GA and Macon, GA

2 - All stations except GSP

3a - All stations except GSP, Toccoa and Griffin

3b - All stations except GSP, Toccoa and Griffin with On (Tin bypass

4 - All stations except GSP, Toccoa, Atlanta North and Gnffin

5 - AH stations except Charlotte International Airport, GSP, Toccoa, Atlanta
North, Griffin, and Atlanta International Airport

6 - Express option with stops at Charlotte, NC, Charlotte International Airport,
GSP, Gainesville, GA, MMPT Atlanta, and Macon, GA

The primary determinant in initial corridor location is the station stops The table below
lays out the seven station stop scenarios Case 1 includes all stops and takes the preferred
Decatur Route, along an abandoned Norfolk Southern (NS) route The alternative is to
follow the CSX freight alignment into the MMPT This would require backing out of the

4KPMG Peal Marwick LLP, Parsons Brmckerhoff Quade & Douglas, Inc . and Daniel Consultants,
Southeast High Speed Rail Market and Demand Study. Final Repon, North Carol ma Department or
Transportation, Virginia Department of Rail and Public Transportation, South Carolina Department of
Transportation, Georgia Department of Transportation, Florida Department of Transportation, Federal
Railroad Administration, August 1997

Parsons transportation Group, I ethnical Monograph Transportation Planntngjbr the Richmond-
Charlolte Railroad Corridor, Federal Rjilroad Administration, January 2004

Potential Improvements to the Washington-Richmond Railroad Corridor, National Railroad Passenger
Corporation, May 1999
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MMPT through a "Y" interchange to return to Us southern travel Case 3(a) and 3(b) are
identical except that 3(a) proceeds through Griffin, Georgia, as in cases 1, and 2 Case
3(b) uses a new right-of-way corridor roughly tracking 1-75 which avoids Gnffin
altogether The 1-75 option is used for all the other cases as shorter and less disruptive
than roughly tracking the NS, primarily single track alignment, between Atlanta and
Macon

The technology considered will include

90 and 110 mph diesel option roughly follows existing freight railroad alignment
with new single or double concrete tie track Single track shares cross-overs with
and trackage with the freight railroad, some high speed sidings, and the closing of
most grade crossings

125 mph diesel option minimize track shanng with freight railroad, very few
grade crossings allowed, significant new ROW required

150 mph diesel option no track sharing with freight except where speeds drop
below 125 mph near stations, no grade crossings, mostly new ROW, all new
double concrete ties track

150 mph electric option same as above except additional ROW required for
electrification - poles to hang catenaries, substations and fencing

200 mph electric only Route as close to straight line between stations as possible,
extra ROW for electrification necessary, no track sharing except where speeds
drop below 125 mph entering and departing stations

A more thorough explanation and description of the technology appears in Appendix G
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Table 2-1 Station Stop Options1

Station

Charlotte, NC

Charlotte
Airport, NC

Gastonla, NC

Spartan burg,
SC

S part/Ore en
Airport, SC

Greenville, SC

Clemaon, SC

Toccoa, GA

Gainesville,
GA

Atlanta North,
GA

Atlanta, GA

Atlanta
Airport, GA

Griffin, GA

Macon, GA

Mileage

0

7

22

77

95

108

138

171

209

256

262

272

305

365

Case
1

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Case
2

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Case
3 (a)

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Case
3(b)

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

I-75

Stop

Case
4

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Case
5

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Stop

Case
6

Stop

Stop

Stop

Stop

Stop

Stop

•

Stop

1-Stations are identified with "Stop" where stops are proposed, and arrows indicate the station is
not included for that case

The railed vehicle technology selected for study on the Macon-Atlanla-Grecnville-
Charlotte rail corridor encompasses operations with operating speeds of 90, MO, 125,
ISO, and 200 mph For each scenario, an analysis of each running technology trip time
performance (tram performance calculation - TPC) and overall system operation provides
estimates for optimal running times, intended schedules and expected performance for all
services
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The tramsel configurations are defined to evaluate different technology options with
maximum operating speeds ranging from 90-200 mph The existing track configuration is
derived from freight railroad track charts, and modified routes are developed for each
case studied With this input, the TPC derives the general motion of a passenger consist
from a simplified yet verifiable calculation using Newtonian laws of motion, tram
resistance, and motive propulsion power Volpe is using a TPC originally developed by
the University of Illinois in thcmid-1970's, and more recently extensively modified by
Volpe to specifically evaluate passenger rail service The program has been validated,
calibrated, and utilized in research by the Federal Railroad Administration Office of
Research and Development

The table below shows one-way trip limes for various technology and station stop
combinations

Table 2-2 Summary One-Way Trip Times Including Pad/Dwell

90 mph
110 mph
125 mph
150 mph
200 mph

90 mph
110 mph
125 mph
150 mph
200 mph

Case 1

351
343
255
236
222

529
521
405
336
316

Case 2

348
339
250
229
213

526
517
400
331
307

Case 3 (a)

Charlotte
344
336
246
226
208

Charlotte
520
511
351
323
257

Case 3<b)

j to Atlanta
344
336
246
226
208

3 to Macon
500
443
345
317
251

Case 4

341
332
243
222
203

517
506
347
318
251

Case 5

340
334
243
222
204

514
506
344
315
248

Case 6

331
325
231
209
146

507
458
336
306
235
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Figure 4-9 High-Speed Alignment between Gainesville, Georgia and
Doraville, Georgia

435 Atlanta Alternatives

There are two alternatives for approaching the major Atlanta high-speed station, i e the
multi-modal passenger terminal (MMPT) One employs existing NS ROW, the "Dccatur
Belt", approaching the MMPT from the east The alternative uses CSX track through the
very busy wye between Simpson and Edgewood and enters the MMPT from the west
The two alternatives are depicted in Figures 10 and 11 below The CSX track has heavy
freight traffic and does not exit the MMPT to the cast, but instead must "back" out,
through the wye, before continuing south to rejoin NS ROW and continue to Macon The
preferred route is the longer eastern route along former NS ROW called the "Decatur
Belt"

The Decatur Belt

The Decatur Belt Line (DBL) is the preferred alternative for several reasons It is a
continuous movement through the MMPT, without any mancuvenngs that could cause
delays or potentially present safety problems The corridor can be exclusively dedicated
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to passenger traffic (up to the merge with CSX tracks after Dckalb Avenue) Although it
will require new track, the ROW will allow two tracks and the existing structures, though
aged) exist to cross almost all streets Only one potential grade crossing will be required

The DBL separates from the existing Amlrak route around Plasters Avenue Northeast,
just north of 1-85 and crosses the interstate heading southeast The ROW travels
alongside the Ansley Golf Course and crosses under Piedmont Avenue (a four-lane,
undivided major thoroughfare) The track disappears in some development adjoining
Evelyn Street The DBL continues as a single track under Park Dnve as well as under
Monroe Drive and Virginia Avenue The track crosses over Ponce DC Leon Avenue over
a bridge that needs to be replaced Another bridge needing replacement crosses over
Virginia Avenue Further along the DBL a two-track bridge crossing Ralph McGill
Boulevard needs to be replaced The route then travels under the four-lane, divided
Freedom Parkway and one of its ramps before continuing under Highland Avenue The
underpass at Edgewood will need to be upgraded

A grade crossing of Lake Avenue will either need to be eliminated or otherwise
protected, just north of the Edgewood underpass From Edgewood to Dekalb is
approximately 680 feet Adjacent to Dekalb Avenue is the elevated MART A transit
structure traveling between the King Memorial Station and Inman Park The CSX tracks
that the DBL needs to merge with to approach the MMPT are on the other side of the
transit structures from Dekalb

A grade crossing at this location is possible, although it would disrupt traffic on Dckalb
and may require some alterations to the MARTA structures The high-speed tram should
be traveling at less than 80 mph at this location, decelerating as it approaches the MMPT
Raising Dckalb over the tracks would cut off some access to adjacent streets but could be
done without impacting the underpasses beneath the tracks at Boulevard and Krog

Once on the CSX property an arrangement must be made with CSX to share track or fit
another track into a very narrow ROW crossing 1-75 Unless the freight railroad and the
high-speed line share tracks, the bridges over Jesse Hill Dnvc and Piedmont Avenue will
have to be reconstructed Even if track is shared, these overpasses may need
rehabilitation The route goes underground at Courtland Street, passes under a parking
garage and Central Avenue and Pryor before arriving at the MMPT Leaving the MMPT
will not present as many interesting engineering concerns as approaching it

Turning the dilapidated brick building shown in Figure 12 into the mulUmodal hub
envisioned will be a major coi>t For the Dccatur Belt Alternative, additional cost will be
required to expand the underground space at the left of Figure 12 to accommodate the
passenger track
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Figure 4-10 Alternative Routes through Atlanta
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Figure 4-11 Approaching the MMPT
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Figure 4-12 The Site of the Proposed MMPT Showing the existing NS and
CSX Tracks on the Left and the MARTA Lines (In the Trenches) on the

Right

The All CSX Alternative

The other potential route follows CSX active alignment to the west and, after entering
"the wye", around Simpson Street Northwest, south into the MMPT This route has no
possibility of continuing south once it has entered the MMPT The train must backup
past Simpson Street before continuing south to join the same route used by the DBL to
travel to the airport station Although the maneuver only costs this route five minutes in
extra time, the complexity of maneuver adds a potential for additional delays as well as
safety problems Amtrak may not accept this route which may make it no alternative at
all The route is only approximately !/= mile shorter than the DBL which at an average of
90 miles per hour is less than one minutes traveling time difference

The CSX Alternative begins where the DBL splits offal Plasters Avenue Northwest It
continues southwest along 1-85 on existing freight ROW It turns southeast at the Foster
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Street wye and continues on CSX ROW, turning more easterly at the Simpson Street
wye Although, generally, there appears to be sufficient space to accommodate two high-
speed tracks, after Simpson Street, it may be necessary to use the freight track most of
the way into the station The foundry Street crossing probably will need to be eliminated

436 Atlanta to Macon Georgia

There are two proposed alternatives for the route from Atlanta to Macon One
approximately uses existing NS alignment through Griffin, Georgia, while the other by-
passes Griffin altogether, breaks off from the NS south of the Atlanta airport and
approximately follows 1-75 to Macon The blue route through Griffin is tortuous and
substantially longer than the 1-75 alternative Using the alternative represents a 10 to 20
minute difference in trip time (at 200 and 90 mph, respectively) with no stop in Griffin in
either case

For the 1-75 alternative, the highway ROW can be used in most places, and the median
between the north and south lanes can also be used (particularly if employing a single
track)

Figure 4-13 Two Alternative Routes between Atlanta and Macon, Georgia
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SOUTHEAST HIGH SPEED RAIL wwwsehsrorg
c/o NC Department of Transportation

1553 Mail Service Center, Raleigh, NC 27699-1553

919-733-4713

Date Jan 8,2009
Release No 14

MULTI-STATE PARTNERSHIP RELEASES STUDY ON HIGH SPEED RAIL OPTIONS
Study Finds High Speed Rail Feasible in Charlotte-Macon Corridor

RALEIGH, N.C — Transportation officials from Georgia, South Carolina and North Carolina
have released a feasibility study that assesses the implementation of high speed passenger tram
service south between Charlotte, N C, Greenville, S C , Atlanta, Ga and Macon, Ga as an
extension of the Washington, D C to Charlotte Southeast High Speed Rail comdor (SEHSR)

The United States Congress authorized a program of national high speed rail corridors in 1991 The
SEHSR in Virginia and North Carolina was one of the five original corridors designated by the
USDOT in 1992 In 1998, the USDOT extended the comdor into South Carolina, Georgia and
Florida

The Charlottc-Macon Southeast High Speed Rail Comdor study assesses the capacity and speed
capabilities of the corridor and estimates possible ndership, revenue, operating and capital costs
associated with extending high-speed passenger rail from Charlotte, N C to Macon. Ga , along the
1-85 comdor The report also addresses the feasibility of train speeds up to ISO miles per hour,
including new track construction in locations that would increase speeds and avoid congested areas
The study was conducted by the Volpe National Transportation Systems Center in Cambridge,
Mass

"This effort supports our shared belief that we must seriously consider - and plan for -
transportation alternatives in these rapidly developing areas," said Georgia Transportation
Commissioner Gena Evans "Given the growth our states continue to experience, we must explore
every tool in our tool box m order to move the needle on transportation reform "

South Carolina Transportation Secretary H B "Buck" Limehouse, Jr noted "This Southeast
comdor is recognized as one of the top mega-regions of the nation We absolutely must be planning
ways to connect it with our neighbors to the northeast in energy-responsible ways This analysis
helps to better position ourselves for high speed rail should sufficient funding be appropriated "

The Charlotte-Macon comdor study marks the next phase in the overall development of high-speed
rail in the Southeast The North Carolina Department of Transportation and Virginia Department of
Rail and Public Transportation began initial environmental work in the mid-1990s on the
Washington-Charlotte portion of SEHSR



"We've been working with Virginia on the SEHSR corridor for over a decade now and arc pleased
to see this initiative progress further," said North Carolina Transportation Secretary Lyndo Tippett
"We look forward to our continued partnership with Georgia and South Carolina to link these
important centers of economic activity "

The study builds upon a prior study in 2004 which assessed the feasibility of high speed rail service
in this comdor at three relatively "lower" speeds 79 mph, 90 mph, and 110 mph It proposed using
existing rail tracks for the most part with some modifications

Both studies concluded that high speed rail passenger service in this corridor is feasible State
transportation official;, from all three states agree the completed study lays the groundwork for more
detailed analyses

• New travel surveys that would obtain actual ongin and destination data from travelers in the
comdor

• Second, more thorough ndcrship/revenue projections using the travel data and extending the
model to the major markets in the north, including Washington DC, New York and Boston

• Finally, the two preceding efforts would feed into a Tier I Environmental Impact Study
(EIS), which would begin the Federally-mandated E1S process conducted for a potential
transportation infrastructure investment of this type The Tier I HIS is a National
Environmental Protection Act (NEPA) document that establishes the overall project
purpose, approach and corridor location and size

High speed rail service, where appropriate, will provide business and leisure travelers with a
competitive alternative to air and auto for trips between 100 and 500 miles

Virginia, North Carolina, South Carolina and Georgia are working together with the business
communities in each state to plan, develop and implement high speed rail in the Southeast If
implemented, the system would be developed incrementally, upgrading existing rail rights of way
where possible The complete Volpc Study can be viewed online at ww\\ *.ehsr org

Contact
David Spear, Press Secretary, Georgia DOT, (404) 631-1825
Pete Poore, Director of Communications, South Carolina DOT, (803) 737-1270
Joan Bagherpour, North Carolina DOT, (919) 733-7245 ext 261
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